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Ue 5o NAVAL AVIATION SAFETY CENTER
U. S, NAVAL AIR STATION
NORFOLK 11, VIRGINIA

NASC:12:eesn
Sers 2657
13 December 1962

SPECIAL HANDLING REQUIRED JAW OPNAVINST P3750,6 SERIES

From: Commander, U, S, Naval Aviation Safety Center
Tos Commanding Officer, Patrol Squadron ONE SIX

Subj: VP-16 AAR ser 1-62 concerning SP-2E (P2V-5FS), BulNo 131441 accident
occurring 23 July 1962, pilot McHUGH

le The subject report and all endorsements thereon have been reviewed,
The Naval Aviation Safety Center concurs with the comments and recommene
dations of the Aircraft Accident Board as modified by subsequent endorse
er'd,

2e The cause of this accident has been recorded by the Center indicating
the pilet as the primary factor and material failure/mslfunction as a

contributing factor,
!!o! of Staff

Copy tos

BUWEFS (F=13) (2)

COMPATRWINGSLANT

COMFAIRVING 11

CO, NAS GLYNCO

BUWEPSREP BURBANK

BUWEPSREP WOODRIDGE
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PART VII THE INVESTIGATICN
Introduction*’ -

The investigation began shortly the accident occurred. First
investigators on ne were LCIR NAS Glynco Aviation Safety
Officer and LCDR Fleet Air Wing ELEVEN Av i Officer,
both of whom arrived in less than one hour. LT Patrol
Squadron SIXTEEN Aviation Safety Officer and a member of the iireraft
Accident Doard, arr crash scene approximately one hour after
the crash, Doctor LT, USN(MC), Fleet Air Wing ELEVEN
flight surgeon, and a member of the Patrol Squadron SIXTEEN standing
Aircraft Accident Board, arrived within one hour and thirty minutes
after the crash.

The initial investigation of aircraeft wreckage and surrounding
environs was seriously hampered cue to persisting fire. Doctor [[EJNIEH
confirmed the fact that none of the six crewmembers had survived the
crash and made an initial diagnosis of cause of death as injuries,
multiple and extreme, in 21l cases. Although the remains of all crew-
members hac been burned beyond reccgnition, positive dental identifica-
tion later showed the crewmembers to be:

LT Philip R. McHUGH, USN

LT James A. DROUGHTON, USN

Ronald W, ANDERSCN, ADR3

James V, CAWTHON, ATCA

Kenneth J. MOSELER, AE2

Harry C. WILLIS, ADR3

On the scene investigetion during the remaining daylight hours of
23 July was limited to witness interrogation, general examination of
wreckage, and determination of the positions of the remains of the
individual crewmembers within the wreckage. When it was learnmed that
the aircraft was on a practice GCA prior to the crash and that the GCA
run had been recorded, LT [[BJiSlllproceeded to obtain and listen to the
tape recording. The remaining members of’the Aircraft Accident Board
arrived at NAS Glynco at 2145 EST on 23 July. 411 members of the acci=-
dent board remained at NAS Glynco from 23 July to 27 July, gathering
evidence and supervising removal of the cntire wreckage to a hangar
area where it could be examined in detail. During this period technical
assistance was rendered by Mr.lS Lockheed Technical representa=-
tive, and a group of highly qualified squadron maintenance petty officers,
Evidence discovered during the course of the investigation can be
divided into the following catagories and will be discussed as such:
The tape reccrding, a transcript of which is enclosure 2 (A magnetic
tape copy of which is enclosure 3, forwarded under separate cover with
the original of this report), witnesses statcments (enclosure g ),
examination of wreckage, training and background of the pilots and
plane ceptain involved, and maintenance records of the aircraft,

s

THE TAFE

The tape recording that was mede, as a matter of standard practice,
by the controlling GCA wnit, is a unique article of evidence in t an
apparently stuck microphone button in the cockpit of the aireraft/caused
soun:!’s in the cockpit to be transmitted over UHF and therefore recorded,

.
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The GCA approach was the fourth for the aircraft and all aproaches
seemed to be normal in all respects. The GCA unit used a student
controller. The aireraft flight evolutions curing the fourth
appreach were apparently smooth and well coorcinated, Members of

the Aircraft Accident Doard identified the voice cof the pilot
acknowledzing for GCA transmissions during the appr.ach as that of
LT McHUGH. "Spangle 12" (the tactical voice call of the aircraft)
came down the glide path holding just slightly above the glide path
two and one half miles from the GCA touchdown point which is loacted
500 feet from the end of the runway. Ly cnc mile "Spangle 12" was

on the glide path and receiving small heacing corrections utilizing
no gyro approach procecuress At cne quarter mile the CCA controller
advised the pilot that he was on glice path at precision minimums and
should take over visually. At this point the runway centerline was
reported straight ahead. The aircraft was observed, on redar, to
level off as it passed over the end of the runway. "Spangle 12" was
advised to climb straight ahead to 500 fect upon completion of the
low pass, Twenty four seconds after passing cver GCA touchdown
point the voice of LT BROUGHTUN as identified by members of the board
started to roger for the last transmission of the CCA Controller,
From this point cn the mike button remained depressed and cockpit
sounds were transmitted. LT UROUGHTONS transmission was interrupted.
Four seconds later the sound of /N IERSCN'Q voice, remote from the
transmitting micrcphcne. and identified by enlisted personnel fami-
liar with his voice, shoutec "Feather itl Feather itl Feather".

Two seconds aftér the third "Feather" there was a noticeable de~
crease in the engine noise bein; transmitted. Six seconds later
there was a sound similar to a muffled explosion transmitted, seven
seconds later a crunching soundy cne secondé later LT SRUGHTUN's
voice transmitted "we're going id, this is Spangle 12", and 2l seconds
later what appears to be the final impact sound, was transmitted from
the airecraft.

WITNESS

Since the aircraft passed over the runway at NAS Glynco immedi-
ately prior to crashing and crashed in the proximity of the airfield,
many experiencec, competent, and qualified witnesses wcre available,
The vantage points of these witnesses is illustrated in enclosure L.
Init s interrogation was made cn 23 July by LeoR [IENEN ona
ICDR NAS Glynco Cperaticns Duty Cfficer. Further question-
ing of witnesses was done by members of the board on 2l and 25 July.
211 witnesses' statements are included as enclosure 5in the order

mentioned hereafter. Evider om witness observation is
ou ows STATEMENT OF SA, (WHEELS WATCH)
pesition on the airfield emable o observe and hear

the aircraft as power was applied for level off approachingthe runvay.
His description is the first evidence that a compcnent of the aireraft!s
power plant system was malfunctioning, and places the time of initial
malfunctioning as "a few seconcs" after the application of power to
stop rate of descent. The malfunction is cefined as a malfunction of
the starbcard reciprocating engine when Dirgen says, "black smoke poured

from the top of the engine and the right prop was cutting off and on", / 7




-la a creditable witness concerning his ability to observe and
report, however, his ability to estimate distances and altitudes is

limited due tc a lack o experience,
STA OF ACl, (CONTRA, TOWER)
8 interrogated by members of the board in the control tower

at NAS Glynco on 2) July, He first observed the aireraft a 11ttle
rast midfield (about abeam the tower) and reports that " hKis starboard
Jet appeared to me to be smoking", Using binoculars, the witness
observed the rort reciprocating engine "being feathered and ¢ome to a
complete stop" when the aircraft was Mabout OVer the numbers, west
end of the runway, at about 200 feet of altitude", The most signifie
cant evidence Obtainable from thig witness! observations is the port
propeller feathering, Members of the board using the same binoculars
that he used, standing on the same Spot he stood, observed milti
engine aircraft flying over the approximate position that M reports
the port engine of "Spangle 12" yag feathered, The propellers from
this vantage point were glearly visible, At the time sew the air-
craft fly abeam the tower he was not in a Position to determine whether
smoke was coming from the starboard ree iprocating or starboard jet

engine, [[lllMis a oo letely creditable witness,
STATEMENT OF 4LCC, (GCA

Chief ‘was questionec at the GCA trailer on 24 July by membeps
of the board, On the day of the accident he was located at the most

favorable position to observe the starboard side of the aireraft, :
His statement establishes as fact the malfunction of the starboard
reciprocating enpine, When first questioned by members of the board on
2L July Chief could not recall hearing the sound of Jet engines,
or the absence of Jet neise, at the time "Spangle 12" pasged over the

pass’ ovérhead on 2 July the witness concluded that on 23 July as
"Spangle 12" fley by the GCA trailer "Jet engines were not running",
Chie a highly reliable ana creditable witness,
WITNESS EVALUATION CF JET ENGINE OPERA TICN

4 group of creditable witnesses located at the jet line observea
the aircraft Proceed down the runway. Statements from varicus people,
all within close proximity, differ concerning jet engine operation
from abeam the jet line until crashing, Up to thig roint we have the
word of Chief and Cl, at the GCi t
AN, at the crash truck
observations vary fpom no Jet noise (statement of
to noise of jet or Jets at icle RPM but no faster (s
URNEY /M03), to maximum RPM Jet noise (statement of
CAPT, UsM),
ADDITIONAL WITNESS OBSERVATIONS

According to witnesses at all of the above mentioned vantage points
the landing gear was fully retracted as the aircraft proceeded across
the airfielq, Descriptions of the flight path and attitude of the aipr-
eraft indicate that except’ for loss of altitude, the aircraft was fully
under the control of the pilet,
WRECKAGE 4

e investigation of ‘wreckage for e vidence leading to the ecause of K

the accident wes divided into three phases:s On the scene examination,
detailed examination in a hangar at NAS Glynco, and disasse

L :
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The daily preﬁtght sheet indicates that aircraft components, with
the exception of electronics gear, were properly preﬂighted by the

plane captaine The pilot noted on the preﬂ.i’cht sheet that he adcepted

the é.ircx'-uﬁt,.'&ﬂmut an electr.nic :reflibht rut woulc &heck out this
equipment 4n flight.
mm LND RLCKGRCUND CF PERSCHNEL INVCLVED

H TL0T IV COMNAND)

This 29 year old LT entered the e was desig-
nated a Naval Avistor on 1 0/57. He reported O Patrol Squadron
SIXTEEN on T Nov 1959 from Fleet Airborne Electronics Twaining nit,
Atlantic, Detaciuent O, NAS, Jackscnville, Floride. He was desig~
nated PP3P on 3/29/60, FP2F 8/1/60 and FIC on ¢/13/61. 1T McHUGH
had a standard inetrument rating vhich was due ©o expire on 1/29/62+
He had completed his anoual shysical on 7/20/62. LT McHUGH previous
f1ight experience incluced S2F (59.5 hours), SNB (198.6 hours) and
T (2hehs hours)e A review of his %training recorc and past parfonance
jndicated LT McHUGH was a highly qualified Patrol Plane Commanders
He was 8 squadron designated test pilob anc instructor pilote

2, LT JAMES A. BROUCHTCN 1310 FILCT UNDER TRA]ND!G)

This 20 year old TT entvered &c Navy on 27:7731';. fe was cesig—
nated a Naval Aviator on 12 July 1955 and a receivec a helicopter
designation on 16 April 1998, LT DROUGHTON reported to Patrl Squadron
STXTEEN on 12 December 1961 grom Patrol Squadron THIRTY where he had
received replacement pilot training in p2V=-SF ajreraft. His previous
assignment had been with Helicopter Utility Squacron FUUR (HU=L)e He
was designated PP3P in P2V aircraft on 11 June 1962. He had a stand-
ard jnstrument rating which was due to expire on 11 December 1962,

His last annual physical was completed on 01 Tec 1961 LT URCUGHTON'S

previous flight experiemce jncluded 795 hours of helicopter time yinclud-
ing operations jn Antartica. Due to the fact that LT GRUUGHTCN had been
flying helicopters from Febrvary 1956 until he reported to patrol Squad-

ammfto

adron SIXTEEN
vanced to ADR3 on 16 November 1961, Cn 9 June 1961 he completed 8
NAMTD R3350 ma intenace course given by the Naval Air Mcbile Training

Group, NAS Jacksonville, Florida. Anderson was quali.fied as a plane

ceptain in P2v-SF aireraft on 1 May 1962 in accorcance with COMNAVAIR-

tha
hours in P2V aircraft. His training record, @8 maintained bY the
power ts division, incicates that he satisfactorily demonstrated
the capability to perform all inflight plane captain dutiese
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I have been in the Navy for ebout five months,

on 23 July 1962, I stood about my tenth four hour wheels watch
at NAS Glynco, Georgia. I was on wheels watch when the plane was making
overpasses. On the third overpass that T saw the plane looked like it
was landing, On the pass the plane was lower than the other passes. When
it was approximately 50 feet fram the runway, the engines on the plane
started running faster as to make another overpass. A few seconds after
the engines were run faster, the engine on the right side, or the engine
on the side nearest the wheel waich, made a sound 1ike a backfire and
black smcke came streaming out. No parts fell from the plane. Black
smoke poured from the top of the engine and the right prop was cutting
off and on, He tried to climb but never did until he was clear of the
runway, It kept an approximate 20 feet until the end of the runway. The
engines were still running wide open but poured more smoke, The plane was
off the approach end of runway 7 when it picked up altitude for about 10
seconds, then it went down. As soon as the plane dropped a flame hundreds

of feet high went up.

ENCLOSURE Lfﬂ/z 7
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U. S. NAVAL AIR STATION

JACKSONVILLE 12, FLORIDA IN REPLY REFER TO:
Code 834

9 AUG 1952

From: Commanding Officer, NAS, Jacksonville 12, Florida

Toz Commanding Officer
Patrol Squadron 16
Naval Air Station
Jacksonville 12, Florida

Subjt Request for oil analysis for metal contamination; report on

Refs (a) VP-16 Work Request no. 121-62 of 2 Aug 1962 with
COMFAIRJAX lst end, of 2 Aug 1962

l. Reference (a) requested an analysis of the oil remaining in 2 fire
damaged oil coolers to determine the presence of metal contamination,
The 2 oil coolers were received on 2 August 1962,

2, The fire damage to one of the oil coolers was so extensive that no
analysis could be performed. An X~ray of this oil cooler was not
effective in locating any metal particles, Further work was discontinued,

3. An X-ray of the 2nd oil cooler, possessing negligible fire damage,
revealed an unusually clean oil cooler practically devoid of metal
particles. The condition of this oil cooler was such that the few small
metal particles could not have interfered with the performance of the oil
cooler, Following the flushing of this oil cooler and collection of the
material removed, several charred particles of rubber possessing thread
marks were present, These had been removed from the valve portion of the
cooler, Analysis of the minute metal particles was considered unnecessary
since they were so small in size.

4» The rubber particles were believed to have originated from a charred
portion of a hose connected to the oil cooler since the threads of the
rubber corresponded to the threads of the tubing to which a hose had been
fastened, Analysis failed to reveal any contributing factor toward
engine malfunction,

By direction

Copy tos
COMFAIRJAX

ENCLOSURE (4 )
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I have worked in control towers for about two years, I have held
a senior controllers certificate since November of 1961.

T was section leader in the tower at the time of the crash, super-
vising the approach control and local control positions, Spangle 12
was making a GCA low pass to runway 25. Approach control had two T2V's,
one making a UHF ADF approach and one making a T-4 approach, I looked
up from the approach control position and saw Spangle 12 a little past
mid field; his starboard Jjet appeared to me to be smoking. Round spurts
almost 1ike smoke rings. I grabbed a pair of binoculars to check the
aircraft. When Spangle 12 was about over the numbers, west end of the
runway, ab about 200 feet altitude, I observed #1 engine, port side,
being feathered and come to a complete stop. I immediatel y set off the
crash phone. The left wing dipped slightly. I turned toward the crash
phone and when I looked back the P2V had disappeared. About 20 to 30
seconds later I observed a ball of fire that appeared to rise about
300 feet or more. The time I first observed this was 1043(R); I saw

the fireball at 1045(R).
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I am the leading chief of the GCA Unit 32 stationed at NAS Glynco,
Georgia, I have worked with GCA units for about six years and as &an
Aviation Machinist Mate prior to that for sbout sixteen years. At
about 1035(R) on 23 July 1962 I was in the GCA lounge trailer listening
to the practice approaches of Spangle 12. T heard Spangle 12 passing
over the trailer on GCA wave off with an apparent rough running recipro-
cating engine, The engine sounded like it was cutting in and out. On
hearing the rough running engine, I jumped up end looked out the window
facing west and saw that the starboard reciprocating engine was smoking
padly (black smoke) with {ntermittent flames caming out from around
the cowl flaps. From my vantage point I had a clear, unostructed view
of the starboard side of Spangle 12. At this time the aircraft was
about 3000 feet from the upwind end of runway 25 at about 200 to 250
feet of altitude, The landing gear was up at this time, Just as the
aireraft approached the upwind end of runway 25 a big ball of flame
came out of the top of the starboard reciprocating engine and the aircraft
veered 10 degrees to the left in a very shallow bank., The aireraft then
leveled its wings and descended in a shallow glide, When I saw the smoke
coming from the engine I advised the tower to alert the crash crew, From
the sound of the sireraft I belleve Spangle 12's Jet engines were not

running as he passed over the GCA trailer,

ENCLOSURE ( 51



Wizy 1962

I am a final approach controller attached to GCA Unit #32, at
NAS Glynco, Geergia. I've been working with GCA for about one year
and as an air controller for approximately 14 years. At about 1030
local on 23 gu1 1962, I was outside Observer at the Geca unit, I had
observed all of Spangle 12'g Previous approaches, at this time,

Spangle 12 was on his fourth approach to runway 25, I had visual contact

He was out of my sight for about five seconds ag he passed over the
trailer, Chier -aid his engine soundea Tough and I opened the
door on the west side of the trailer and stepped out onto the first
step. I noticed a slight trail of dark blue or black smoke from the
starboard engine which got heavier as he Proceeded down the Tunway,

burst of flame come out of the top side of the starboard engine, Just
after this the Plane made a 8light turn to the left with no noticeable

ENCLOSURE (43
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I am assigned to the crash crew at NAS Glynco, Georgia. I have
performed duty as a member of the crash crew for about a year.

On 23 July I was standing by in an MB-5 crash truck, parked ad jacent
to the runway, about halfway down the way, I first noticed this P2V about

2000 feet west of the landing end of the runway. T saw that the right
engine (recip) was smoking and missing, As he flew by me he locked slower
than other P2V passes I had seen, From the sound the aircraft made the
Jets were not running as he passed by me. I could see as he flew towards
me that his jet doors were closed, After he flew past me the amount of
smoke increased and came out in a steady stream, After he passed the run-
way he turned to the left slightly and started golng down, Then he seemed

to stop turning and kept going domn. I saw him go into the trees and then

saw a big ball of smoke and flame,
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On July 23, 1962, around 1030 I heard a noise that sounded like a
recip motor missing. I was standing in back of an F3D on the back line
at the time, approximately at the 2000 foot marker from the west end of
the runway., When I looked up I saw a P2V come over the runway about 200
feet above the runway. The starboard engine was coughing black smoke, I
4id not see eny fire in the engine, The P2V seemed to be holding the al-
titude that it was at until it started to turn into the port engine, west
of the runway. At about the same time the starboard engine quit popping
and belching smoke. After the P2V started to turn into the port engine it
started to lose altitude, I kept walting to hear the jet engines 1light
off, but as far as I could tell they never did. As soon as the P2V started
to lose altitude while in a 1eft turn, the aircraft leveled out and then
disappeared into the trees, 1 heard no explosion of any kind other than
the noise that the motor was meking going over the field.

I have been connected with navel aviation since March 26, 1962. I

have been flying for nine years in privete airecraft, but I am not a pilot.
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I was located about 3/4 of the way down the jet line, toward the
west end, I heard the P2V as it approached the east end of the runway, I
looked up about the time an engine coughed twice. I estimate the aircraft
altitude to be 150 - 200 feet high when it was approximately 1000 feet from
the approach of runway 25, After coughing two times the engine seened to
smooth out and was running fine, still holding the same altitude, On
neither cough did smoke emit fram the engine. The aircraft was clean in
configuration all the time it was possible for me to see clearly. I noticed
no increase in power of either engine, As the aircraft neared the 2000-foot
markers on the west end of the runway the starboard engine started coughing
rapidly; following each cough a blackish-gray cloud of smoke would come off
the engine, At this time I climbed upontthe tail of an F3D sircraft for a
better view (approximately 12 feet high). I remember hearing the jet engines
or engine trying to light off. The engines or engine (Jjet) may have reached
idle RPM but no faster, I don't believe the power on the port engine was
ever increased; however, the aircraft was veering slightly to port, with
port wing slightly down. About this time he started losing altitude rapidly,
I don!t recall hearing the starboard engine (recip) cough or seeing it smoke at
this time. I couldn't say if it was feathered or secured as the aircraft was
too far away to tell, It was still clean in configuration, As the aircraft
went down below the trees I could hear it for a second or two then I saw this
tremendous ball of flame about 100-150 feet high (est.), followed by smoke.
I heard no noise, only flame and smoke, I forgot to mention that the smoke
following each cough seemed to come fram the top of the engine (starboard

ENCLOSURE (5 )
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I am a naval aviator with about 2200 hours flight experience,
assigned to NATTC at NAS Glynco.

At approximately 1040 hours on 23 July 1962 I was preflighting
an F3D aircraft for a planned local flight out of NAS Glynco, Georgia.
While under the wing of the aircrafi I heard a reciprocal engine malfunc-
tioning, missing rather than a complete power failure, The aircraft sounded
like it was executing a low pass over the field. AEAN- plane captain
for my aircraft, called to me saying the aircraft was in trouble and was
"going in", I ran to the rear of my aircraft to see the troubled aircraft.
I saw a P2V aircraft at approximately 300 feet in level flight proceeding
to the field boundaries on a heading of about 250° magnetic, The alrcraft
held altitude and level flight for several seconds and then .'t\)egan to settle.
There were no signs of exterior trouble, that is smoke, flying parts, trail-
ing landing gear, etc,, fram the first time I saw the P2V until the last time
I saw it, The P2V continued to settle holding level flight., The attitude
was good for ditching all the way until disappearing behind the line of trees
to the west of the field. As the P2V settled out of sight, I heard the jet
engines, sounded like F3D with both engines, turning up at maximum RPM, I
do not recall hearing the jet engines operating on the P2V passed over the
field, I did not hear the jet engines start up. I did not see either
reciprocating engine in o feathered condition as the P2 V was too far away
to notice the props. It did appear that both props were twrning. The P2V
settled out of sight and a few seconds later a large black cloud rose above

the trees,
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STATEMENT OF_ ACC, -

1 have been an air controller for twelve years. On the morning
of 23 July 1962 1 was working in the tower at NAS Glymco, Georgia.

At approximntely 1043(R) Spangle 12 made & low pass on runway
25 on GCA frequency. His altitude appeared to be about 200 feet.
About 6000 feet down the runwey (25) I observed puffs of black smoke
coming from the gtarboard side of the aircraft. The puffs continued
at reguler intervals and appeared from the Jet on the gtarboard side.
The aircraft appeared to ¢climb to three or four hundred feet, turn
slightly left, left wing down glightly and begin to settle. His glide
yas very shallow and locked as if he would recover. Crash circuit
was opened and reported as & crash while the aircraft was tpproximately
100 feet above the tree line. He disappeared behind the tree 1ine to
the west edge of the field. A large ball of fire was obsgerved, followed

-

by a column of black smoke. A1l crash equipment was dispetched imme-
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HELICOPTER RESCUE REPORT OPNAV REPORT 3780.12
OPNAV FORM 3750-12 (REV. 4-59)

INSTRUCTIONS: 1. Mail original and one copy direct to NASC 4. Use local time.
and one copy direct to ONO. 5. 1f exact data is unknown such as time, tempera-
2. Report will be submitted vithin five working “"Tv etc. give approximate data.
days of rescue or attempted rescue. 6. Enclosures wvill be appended to the report if the
Yy . statement will amplify the data on the form (e.g.,
3. Serialiize by calendar year (e.g., first report Survivor had difficulty due to insufficient training.
for 1959 would be 1-59, second 2-59) 7. Refer to the effective edition of OPNAVINST 3750.6
FROM: > REPORT DATE REPORT SERIAL NO.
U, 8 Neval Alr Statdon, Glynco, Ca, 25 Jul 1962 1-62
TO: Commander, U.S. Naval Aviation Safety Center ELO. MODEL UNO OPERATING SASE
COPY TO: Chief of Naval Operations HAS-3 129019 NAS Glynco
DATE OF EMERGENCY TIME (Local) LOCATION OF EMERGENCY
23 Jul 1962 | 1035 3 miles west of NAS Glynco
TIME AND METHOD OF NOTIFICATION OF EMERGENCY TIME OF ARRIVAL AT SCENE TIME OF ACTUAL RESCUE TOTAL ELAPSED FLIGHT TIME
1035 Glynco Crash Circult 1045 Nooe 1 hr 30 min
RESQUE INSTRUCT ION PICK-UPS
HELICOPTERRESQLE FERSCINEL RANK. | service/FILE No. FORMAL SCHOOL ATTENDED -
NAME - LASY, FIRSY, MIDOLE INITIAL RATE FORMAL HRS.| soD. WRS. I s

LT 20 | 50 | HIG Elyson 4 100
ADR1

AN C/F Pergonnel
AA C/F Persomncl

RESCUED PERSONNEL RANK , = INJURY - PHYSICAL CONDITION - SURVIVAL GEAR
NAME - LAST, FIRST, MIDOLE INITIAL RATE SERVICE/FILE NO. AGE HEIGHT |WE | GHT

cuass | (1) | SURVIVAL GEAR USED (Jacket, raft, ete.)

e = R S S

NOTE: Q Physical Condition Code; A - Conscicus, B - Conscious, unable to assist, C - Unconscious
RESCUE CONDITIONS AND PROCEDURES

RESCUE SITE WAS OVER P1CX-UP METHOD IF MOVER, GIVE RPM AND MP WMILE WOISTING EQIPNENT USED (Sling, seat, etc.)

B LAND D WATER D scr JGINE D HOVER NONE RPM, w NONE
NOMBER OF PER. | REASON NOT RESCUED &Y WELICOPTER AND FINAL STATUS i = PRIMARY AND SECONDARY MEANS OF LOCATING SURYIVORS
SONS AT SCENE (Dyesarker, flare, smoke, etc.)
NOT RESCUED BY HO SURVIVORS
MELICOPTER:
WIND VEL. AlR TBDP, DENSITY ALT. WATER TEMP, SEA STATE GENERM. WEATHER AT SITE

6 kts | 88 1700 | WA N Clear- 5 miles vis,
MISSION FLOW BY WELICOPTER PRIOR TO THIS EMERGENCY BACK.UP MEANS OF RESQUE
i Crash fire equipment
J =
RESCUE EQUIPVMENT | ¥ | OHECK "A™ - CARRIED, NOT USED OR "B" - REQUIRED, NOT AVAILABLE, AND STATE

Als REASON NOT REQUIRED OR IF REQUIRED, WHY NOT AVAILABLE

D EW T AND TECHNIQUES FOR FUTURE RESCUES OF THIS TYPE (By rescue crew or rescuce)

Alr stations that are swrounded by swamplend and timber lands, such as NAS

i
%
:
|
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ENQLOSURE(S)

SURVIVOR'S STATEMINT
PILOT'S STATEMENT

(indicate nunber, if wore than one)
==
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Autopsy Report on LT Philip R, McHugh USN

Autopsy Report on L7 James A, Broughton USN

Autopsy Report on ANDERSON, Ronald W,, ADR3 USN
Autopsy Report on CAWTHON, James V,, ATcA USN
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Autopsy Report on WILLIS, Harry C., ADR3 USN

The Tape

Statement MC USN
Statement SA USN
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Statement of _ AC1 USN

Statement USN
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Statement of » AMH3 USN
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Part VIII of the AAR - The Analysis
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Part IX of the AAR - Recommendations
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Sequence of Events Diagram

Fuel System Diagram

Photographs (6)



¢ (R - USN U.S. NAVAL AIR STATION

GLYNCO, GEORGIA, SECTION LEADER ON WATCH FROM 0700 23 JULY
1962 TO 1900 23 JULY 1962.

TEE FOLLOWING IS MY STATEMENT OF THE WEATHER CONDITIONS PREVAILING
AT THE U.S. NAVAL AIR STATION GLYNCO, GEORGIA AT 1032 HOURS 23 JULY
1962. .

SKY CONDITION 7 TENTHS CUMULUS CLOUDS AT
AN ESTIMATED 2,000 FEET.

VISIBILITY 7 MILES
SEA LEVEL PRESSURE 30.853 INCHES (1017.7 MB)
STATION PRESSURE 30.021 INCHES
AIR TEMPERATURE 88 DEGREES F.
DEW POINT TEMPERATURE 77 DEGREES F.
RELATIVE HUMIDITY 71%
SURFACE WIND WEST SOUTH WEST 6 KNOTS
STATE OF GROUND DRY

: AG2, USN

Ae-/

AG1, UsN 23_JULY_1962

DATE SIGNED
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MEDICAL OFFICER'S REPORT ([ ® A/C ACCIDENT. INCIDENT. OR GROUND ACCIDENT — PAGE 1 OPNAY »
OPNAV FORM 3750.8 (REV. 5.5 See OPNAVINST. 3750.4¢ for instructions - SPECIAL HANDLING REQUIRED

SECTION A - IDENTIFICATION _ e

1 rrow (Name and mailing address of activity) [ MOR NUMBER

XTEEN, USNAS, Jacksonville 12, Florida 6-62

ture of Medical Officer) OATe 4 FORWARDED/ Name aud Sics of Appointing Authority) OATE

T MC USNh4 Aug 62 [CDR USN |15 Aug 62
6. TIME AND ZONTE 7. DATE 8. GEOGRAPHICAL LOC ON NAS Glynco, Ga. z
Accien: 7ﬁ@ff“f“ﬁ‘_'_u;r‘ _}944 E$T 2}7 Jul 62 2 mi, _west of Runway 7

P2V-5FS ] 131441 I 6 ] B-2 A Patrol Squadron SIXTEEN

INDIVIDUALS INVOLVED USE ADDITIONAL 16 17 AL 1" i0 2 23
::::'rvt)l.:‘;f;:;;la:d middle ivitials) UNIT TO WHICH ATTACHED L CMLBRAY.NO “strvice. | 'eoanY | Diseo.
McHugh, Philip R,  |VP-16 USN | A | ¥y
énm,.&._@_ﬁeh,,, | VP-16 _ USN & ¥,
Anderson, Ronald W, | VP.16 geN. - oK X
Q@}!thgn.ﬁ_ mes V. ____|VP-16 rUSN | A | Y
10. DETAILED NARRATIVE ACCOUNT OF ACCIDENT (Use ndduu;-uli A\“I()';;I:I;V\/l:f’l; i} Vn'vunld’lri " E{é;:- S « e = it
e, Moseler, Kenneth J. VP-16 AE2 trician USN A Y

Second
f. Willis, Harry C, VP-16 ADR3 Mech. USN A Y

#30. See The Accident.

—_— e ——— — e
SECTION B MEDICAL OFFICER S OUESTIONNAIRE
YES| NO| DID THE FLIGHT SURGEON: (1] “"NO state reason in space below. )
1. VISIT THE SCENE OF
x THE MISHAP?
2. PARTICIPATE FULLY IN THE
x FIELD INVESTIGATION?
3. PARTICIPATE FULLY IN THE S o T
DELIBERATIONS OF THE A/C
X ACCIDENT BOARD?
GIVE APPROXIMATE NUMBER OF HOURS SPENT | 4. 'n Fitio INVESTIGATION S. IN BOAKD DELIBENATIONS 6. IN PREPARATION OF THIS REPORT
BY THE FLIGHT SURGEON:
16 - S L
7. REPORT PREPARATION CHECK LIST -
ALL PARTS OF m SURVIVORS CONCLUSIONS AND REQUIRED COPIES
FORM COMPLETED NARBATIVES meovos RECOMMENDATIONS FURNISHED

T U 5. GOVERNMENT PRINTING OFFICE 1960542204


























































AUTOPSY: A-80-62

Neme: McHUGH, Phillip Raymond Jr. Age: 29
Race: Caucasian Sex: Male
Died: T7-23-62, 1044 Autopsy: 9-23-62, 1000

CLINICAL SIMMARY: The perscn on whom this post-mortem examination is performed
was the commend pilot of a Navy P2V patrol bomber which crashed near NAS, Glynco,
Georgia on 7-23-62., The plane was making practice landings in association with
the GCA School at NAS, Glynco. The plane took a wave-off, began to accelerate,
then apparently stalled and crashed approximately % miles from the landing strip.
Indirect and heersay information indlcates that the plane acted as if a motor
lost its power and precipitated a stall which caused the crash. The plane burned
totally with all occupants inside the craft. Identification of these remains have
been established by dental chart evaluations as well as Dby positions in the air-
craft. Identification was carried out by the attending flight surgeon, Doctor
Flack of NAS, Jacksonville and a dentist who Is not kmown to this prosector.

EXTERNAL, EXAMLNATION:

PHOTOGRAPHS: Photographs of this and other bodies i{nvolved in this plane crash
Yere obiained by Fleet Air Photographic ILaboratory, N.S, Jacksonville.

(Cont'd):



AUTOPSY: A-80-62 Name: McHUGH, Phillip Raymond Jr.
















ﬂl'cu OFFICER'S REPORT OF A,.. ACCIDENT, INCIDENT, OR GROUND ACCIDENT - PAGE 6

FORM 8750-8¢ (Rev. 5-58)

OPNAV REPORT 3750.7

e
SECTION | - PATHOLOG ICAL rACTORS (Use

A to dencte ANTE MORTEN; P for PL.__ MORTEM

¢+ *hen known and applicable,)

!s RAME OF INDIVIOUAL (Lest, firet, middle) MODEL A/C
BROUGHTON. James A, P2V_-5FS
2. AGE . HEIGHT 4 5. LCCATION AND DIRECTION FAGCING AT TIME OF ACCIDENT 8. INJURY CODE
2 i 6 B aray 190 Left Pilot Seat A
« UNCONSCIOUSNESS e T T ] 8. INTERNAL THZ (Nen-fatal caser)
SHORY DURATION OTHER
LITILE SIGMIFICANCE (give time)
9. CIRESRAL CNQUsSIon 10, ) 11, INTRA.ORAL wunies
HEAD uinon D-mous Dcnmcn Eum
INJURIES | 12, MINOR EYE INJURIES 13. MAJOR EYE (NJURIED
RIGHT D LEFY RIGHT E Lot
14, orE SKULL VERTEBRAE (Speetfy No.) SHOULDER UPPER A%M [LOWER ARy HAD  |UPPIR LEO [Lowem Lo roor
rios [pELvIS
FRACTURE | coav. | macias | esay. [ mon, lw\mn sacrAL | coccyx | GIROLE o2 KLl I8 NS T O R N R B T
sPLE
COPOND b, €
ComtnuTED X X X X X X
JA @ SHOUL D) cLsow L w ENEE =
L} OULDER Lo L
ois. | I
LOCATION HAND 00T
18, AMPUTATIONS/ AVULS 1ONS (State Parts) I8, LIST PRE<EXISTING PHYSICAL DEFECTS PRESENT AT TIME OF POST CRASH EXAMINAT ION
17.  SOFT Tissus LACERATIONS CONTUSION/SPRAIN/STRAIN ABRASIONS
INJURIES MID | woosRAtE | sevene | wito | wooemare | seveme Mo | wooematrz | seveaz | 1. D‘W"-'U’
HEAD VENTRAL
(mo.5.) DORSAL 1. D ASPHYX|ATED
NECK 20. snoox 21, EXPOSURE
THORAX — D NiLD MILD
DORSAL
VENTRAL
EN D MODERATE DMODIIATI
DORSAL
EXTREM. | uPptr
(TiEs e m SEVERE [zlsmn
1. 157 ™D 20 15T 20 = 157 20 a [ 33 EXTENT OF CARBGNIZATION+
DEGREE -
E UM s X X X NowE Wuﬂ(ahnost)
HEAD (wen tral Doresl) TRINK (wentral Dorsal) APMS LEcs ARE TISSUE
AREA
[ et e X% XX X X | ahian Mw  [Jw

NOTE: Attech o detailed narrative account of injuries, cause

ANTE- OR POST-MORTEM if determined., It i

+ Structures causi
8 necessary to give as clear a

picture of injury cause

ng injury, magnitudes of fo

ree, mad include whether
ead sequence as possible,

24, AMITTED YO SICK LISTI IF YE3, GIVE DIAGNOSIS

Yis w for record Purpose only

1S, DIAGNOSIS NO.(NAVEED P-1294)

26. ESTIMAYED STAY o siIcK
LisT

oavs

7, GROUNDED? (F Yes Give REASON
yis NO

8. ESTIMATED QURATION

DArs

2V, PRIMARY CAUSE OF OEA™ (Use Basie Megnontie KNonenclature, NAVNED

P-12%4) 5. exconoany

Injuries, multiple extreme
e FoTec—

CAUSE OF DEATH

w8651 | Burn, NEC, 100%, 3°

31. AITOPSY pERromurDy

33. AUTOPSY CONCUCTED BY

——

3
m ~o g] ATTACHED D wiLL BE PATHOLOGI ST FLieny , é‘:‘é?lm W‘;':g.' ,M“:,_'f;,'{:, m"
FORWARDED SURGEON
. SPECIMEN TEST PERFORMED RESULTS SPECIMEN TEST PERFORMED RECLTS
8000 1 TISSUE: (CNs)
2 * MUsCLE
b = VISCErA
RN OTHIR:
8.1 conTENTS
B e P oy e S I prdased.
Besuary

* U 5. GOVERNMen: sxINTING CrriCE: 195949819



AUTOPSY: A-8L-62

Name ; BROUGHTON, James Albert Age:
Race: C(Caucasian Sex: Male
Died: T-23<54, 1044 Autopsy : T=-25<62, 1000

CLINICAL SUMMARY: This officer was part of a crew of a Navy P2V patrol bomber,
which cras on 7-23-62, (see 1st rara. of Autopsy 80-62 for details of this crash).
The exact status of this olficer in the crew has not been aveilable to prosector

EXTERNAL EXAMINA

THOLOGIC DIAGNOSES:

Injuries, Multiple
1.

2.
3.

CAUSE OF DEATH: Injuries, multiple, extreme (Aircrast accident).

» ICDR ME USN
















MEDICAL OFF ICER'S REPORT OF Ay, ACCIDENT, INCIDENT, OR GROUND ACCIDENT - PAGE 8 OPNAY REPORT 3720.7
OPNAY FORM 8750-3¢ (Rev. 5-53)

SECTION | . PATHOLOG ICAL FACTORS (Uss A to denote ANTE MORTEN; P for P . NORTEM, when known sng applicabls, )

Ts RAME OF INDIVIDUAL (Lase, fires, niddle) MODEL A/c
ANDERSO P2V-5Fs
5. LOCATION anp DIRECTION FACING AT Ting OF ACCIDENT 6. INJURY CooE
Plane Captain seat facing forward A
S T e T NALC INJURTES (Nen-fatal cases) e
SHORT DURAT} on Domu
LITTLE S1GNIF 1 cance (give time)
9. CERESRAL CONQUSS|oN 10. FACIAL INJURIES (.e.c.) Tl INTRA.ORAL (NJURIES

HEAD Dumou Dsmwn Dcnmcu. @nm Charring
INJURI ES '-'nD"u'mon ©E WauniEs 13, WAIOR ©VE NI

fArony D LerT m RIGHT m Lot

SXuLL VERTEBRAE (Spectfy Ko.) SHOULDER lunu AR JLOWER AmM HAND UPPER LEO |Lowmn Ltol POOT
RI0s [PELVIig
R L

FACIAL | cerv, | 1op, LWMBAR [sAcRAL coceyx | GiRoLe L L " L R L L] L R L

wmisy ALe
SHOULDER ELoow Hir INEE

S T T

LIST PRECEXISTING PHYSICAL DEFTCTS PRESENT AT Tiug OF POST CRASH £XAM NATIoN

18,

None
. SOFT Tissue MSIW@RAIN/STRAIN ASRASIONS
INJURIES Mo | meoerare | smvens | wieo uooerate | sverg | 10, Dnm;zo
—
o . D ASPHYX I ATED
q T 20, Soox 2. orowR
e
p— D MILD Dmu
o —
ASDOMEN — — B — D MoDERATE D-wuuurz
=y | - AL ) ]
R‘;j:?;. :!:::: S SEvEre @!MRC
T v == = 72 = =3 e i ap | 3. EXTENT OF CARBGNIZATION
m = DEGREE ‘\i NovE mwum (;lmo.t)
HELD (wen tral Doreal) TRUNK (ventral Doraal) APM3 LEGs ARE TiSsug
D FROST BiTC AREA X X X X X X SIR’:’:’«%‘&: [Em D o

NOTE: Attach e detailed Darrative account of injuries, caume Structures causing injury, magnitudes of foree ead include whother
ANTE- OR FOST-MORTEM i¢ dotersined, I¢ is necessary t; Eive as clear o picture of injury ceuse md -;qunoc as possible,

24, AMITTED TO SICK LISTY 1f YES, cive DIAGNoSIS 25, DIAGNOS|S WO, (NAVMED P-l”l} 28. ESTIMATED STAY ov sicx
Lisr
ves * for record

87, _GROUNDED! ir yrs GIVE nEAson
U [

. MIMRY CausE oF OEATY (Vse Baste Diegrostic Nemenclatere, NATNED P-1294) 30, SECONDARY CAUSE OF DEATM

Injuries, Multiple, Extreme we. Burn, NEC, 100%, 3° w._ 8403

Davs

2. ESTiATED DURATION
Oars

M. AITOPSY FLRFORED] 32, PROTOGOL 33.” AUTOPSY CONBUCTID By .
YEs ~o E ATTACHED D ¥iLL sg PATHOLOG 5T D FLiGny é‘sé?lgg: 5‘:‘5&‘.9‘0{# m:"g.g:' w

- FORwARDED | SURSEON

" S ECIMEN TEST PERFORMED RESULTS SPECIMEN TEST PERFORMED RESULTS

2L000; ' TISSUE: (cus) 25 SR
2 | - MuscLE e
3 = VISCEma

ORI OTHER:

&1 corons —1 o

. IS AYLOCET LioT o8 GTIR SFECTALTIES &ﬁrmuoﬂ%.mw SITE OR AUTOPSY, LTST Tima Th W‘mm

A NMBATIVE AcCounT OF THEIR ar TERPRETAT { on B A

>~
* U S COVERNMEen | FRINTING UrriCE: 1959498193 e

e —————————— - - —




AUTOPSY: A-£5-62

Neme: ANDERSON, Ronald Williams Age:
Race: Caucasian Sex: Male
Died: T-23-62, 104k Autopsy: T-25-62, 1100

PROLOGUE : Tae subject is one of the occupants of a P2V alrcraft accident occurring
or 23 July 1962 in the vicinity of Brumswick, Georgia. Identification is made on
the basis of dental examination.

GROSS DESCRIPTIOI! OF THE BODY:

CQMENT: This portion of a humen body exkiv:ts [N

In addition it Ls severely burned.

PRESIMPTOVE CAUSE OF DEATH: [ic single feature determined.

s TR O3 e A<l .
















lﬂlm OFFICER'S REPORT OF A/C ACCIDENT, INCIDENT, OR GROUND ACCIDENT - PAGE 6 OMAV REPORT 8750.7
FORMN $750-3E ( aVe S-Sl)

_
SECTION | - PATHOLOGICA, .ACTORS (Use A to denote ANTE MORTEM; P for P MORTEM, when known and al_lublo.)
1. RAME OF INDIVIDUAL (Leat, first, middle)

CAWTHON, James V. P2V-5FS
m Vo, WEiGHT 4, MEIGHT 5. LOCATION AND DIRECTION FACING AT TIME OF AEC—ID(N' 6. |NJURY COOE
31 l 72 twoues 165 Radio compartment A
. ICUSNESS 8. INTEANAL INJURTES (Non-fatal cesce)
D SHORT CURATION Domu
LITILE SIGNITICANCE (give time)
9. CEREIRAL CONQUSSION 10. FACIAL INJURIES (8. e.c.) 11, (NTRA-ORAL INJURIES
a=io D uinon D sws  [Xemmew [ |ram Charring :
INURIEs | 12-_WimoR EvE NuURIES 13, MAJOR ©VE IJURIED
Dnm D LEFT RIGHT @ LoT
rn::r SXULL VERTEBRAE (Spectfy fo.) D UPPER AR |LOTER AR | WAND |WPPER LES |LOWERR Lto| FooT
FRACTURE | crav. | Facian | cerv. | mom, | womman [saceas| cocoyx | @'POLE sk ot elelelelrn]elalelnle|r|e
st
cowone
COMNINUTED
oy % IR X
E:E: E R ettt peskiares wiouoe | cuoow oL nie mee _s
ois. e 3 IR | [
LOCATION ] HND rooT
15, AMPUTATIONS/AVULSIONS (Stete Parts) 16, LIST PRE-EX)STING PHYSICAL DEFECTS PRESONY AT TIME OF POST CRASH EXAMINATION
1. SOFT TISSUE LACERATIONS CONTUSION/ SPRAIN/STRAIN ABRASIONS
INJURIES MiLo | wmovmAte | severe | wild | wooemate | sEvERE | w0 | wmooEmATE | scvems | '°- D“‘W‘m
HEAD | vema
foeg) | oomsar . D ASPHYXIATED
NECK 20, BHOX 21, ©XPOSURE
VENTRAL
MILD MiLD
P 0 O
VENTRAL
ABDOMEN - D MODERATE Dmn
EXTREM- | UPPER
ITIES | rLowen StvRe E]llvm
e —— 157 =D ) 18T 20 3D 157 20 o OF CARBORIZATION:
£ wms .S X D v [X]camere(almost)
HER (wentrel Doresl) |TRINK(ventral| Dorsal) APMS, LECS axe “”,'
D i vod bl P X X X A A A oommv .“" D ad
NOTE: Attach s detailed narrative sccount of injuries, cause, structures causing injury, magnitudes of force, end include whether
ANTE- OR FOST-MORTEM if d d. It is Y to give as clear a picture of injury cause «nd sequence as possible.
T4. ADMITIED TO SICK LISTT IF YES, GIVE DIAGNOSIS 25, DIAGNOS1S MO, (NATNED P-1234) | 28, ESTIMATED STAY ON SICK
LisT
Klves [Jo for record purpose only s

ﬂ-ﬁm F YES GIVE REASON 28, ESTIMATED DURATION

B9, PRIMANY CAUSE OF OEAT™ (Use Bsetic Dispnostic Nosenclature, NAVNED P-1294) 30, SECONDARY CAUSE OF DEATH

Undetermined ]Soo autogoy repo:t)___.l Burn, NEC, 100%, 3° w.__8403

1. AUTCPSY PERFORMEDT 33, AUTOPSY CONDUCTED BY IF FLIGHT SURGEON DOES AUTOPSY USE SAUTOPSY
GUIDE FOR A/C ACCI .
Bm gm mnwn D :&l"gn E] PATHOLOGIST D i | ", £ um.mu-. 4
o, SPECIMEN TEST PERFORMED RESULTS SPECIMEN TEST PERFORMED RESULTS
BLO0Dy 1 TISSUL: (CNS)
13 « MUSCLE
» . VISCERMA
|l o™eER,
G CONTINTS
r_—u—_ = e e e ee—————
;g.‘mu‘l:.l.g.r'n OTHER vg%gnumn&tg:ﬁ“- oures m USED AT THE MISWAP SITE OR umnv LIST THEM [N THIS SPACE. FOR EACH DNTHY (N
= seems
% U.S. GOVERNMEN I PRINTING UrriCE: 1959490198 w
”~y
* W
;‘ e EEENST = e -




several remove n a P27V aircraft accldent o ing
3 'k, Georgla oun 23 J 1y 1 ¢ Ident E CS=
jental exanination.

oM Y

NBACE NROADT -
GROSS DLSCIULY TLUN

INCISIO!




Name: CAWTHON, James Virlyn

Separation of tne pathologic o''se
post-mortem injuries or pre )

~vations into traumatic ante-mortem and

—therms. injuries is ng apsolutely possibles

No single feature ueterminecs

LCDR MC USN
















MEDICAL OFFICER'S REPORT OF A/C ACCIDENT, INCIDENT, OR GROUND ACCIDENT ~ PAGE 6 OPNAY REPORT 3750.7
OPNAY FORM 8750-8E (Rev. 5-58)

SEE'IW | « PATHOLOGICA. rACTORS (Use A to denote ANTE MORTEM; P for K. . MORTEM, wien known and epplicable.)

1. RAME OF INDIVIDUAL (Lest, firet, middle) uODEL A/C
PeV-3FS
5. LOCATION AND DIRCCTION FACING AT TIME OF AGCIDENT 6. INJURY COOE
Flight deck A
8. INTERNAL INJURIES (Non-fatel cases) N
D SHORT CURATION oTHEA
LITTLE SIGNIFICANCE (rive time)
9. CCACLBAAL CONCUSSION 10, FACIAL INJURIES (n.e.6.) 11, INTRA-ORAL INJURIES
HEAD Dulm Dsmous Dcnmcn. @nm. Ch.rr{ng
INSURIEs| 12 MINOR EYE INJURIES 13, MAJOR EYE INJURIES
[l s e K] or
W IoiFrE SKULL VERTEBRAE (Spectfy No.) mn' uPPER A [Lowem A | Haxo  |wpEm LEo [Lowem Lea| oot
FRACTURE | crw. | raciau | coav,  vor, | wamar [sacea | coseyx | SIROLE s Ve B | v ]w Rlv]efele]e]nlte
SWPLE
COMPOUND
COMINUTED X | X
s
R X QIR 2 mist aoLe
KRR JAw Q2 X 2 Q2 % SHOULDER | ELBOW HIP KNEE
DIs. 20, 2 a2 & X ] l
LOCATION |3 HAD Fo0T
Falotetes!
RS I
18, wﬂ"ul/lwlllull‘{_sll'l Parts) 16. LIST PRE-EXISTING PHYSICAL DEFECTS PRCSENY AT TIME OF POST nmi&umnrl oM
None
9. SOFT TISSUE LACERATIONS CONTUSION/SPRAIN/STRAIN ABRASIONS
INJURIES wiLo | woogmate | scveme | wiwo | mooerate | sevemre | wiwo | wooemave | severe | 'O D""’"‘m
HEAD | veNTRAL
to.e-5-) | ponsar . Dmmuuu
NEX 20. SHOCX 21. EXPOSURE
THORAX  |—s D uILD me
DORSAL
VENTRAL D
ABDOMEN MODERATE MODEPATE
DORSAL D
EXTREM- | _urPER
SEVERE SEVERE
| ATIES | ovem li] m
2 1sT =0 FLEY 157 w0 aep 15T mn sro | 23 EXTENT OF CARSONIZATION
e | (e [y
B womes X X X e almost)
MEAD (wentral Dorsal) | TRUNK(wentral| Dorsal) ARMS LECS ARE TISSUE
AREA SPEC IMENS
D o b X X X X X X OBTAINABLEY Dm @ s

NOTE: Attach a detailed marrative account of injuries, cause, structures causing injury, magnitudes of force, and includs whether
ANTE- OR POST-MORTEM if dotermined. It is mecessary to give as clear a picturs of injury cesse end sequence as possible.

24, ANITTED YO SICK LISTY IF YES, GIVE DIAGNOS!S 25, DIAGNOS(S NO.(NAVMED P-1254) ) 28. gf';luun STAY ON SICK
ves [ |w for record purpose only onrs

. IF_YES GIYE RIASON 28, ESTIMATED DURATION -
e

oAYs
'+ PRIMARY CAUSE OF DEATH (Use Bastc Disgnostic Nomencleture, NATNED P-1294) 30. SECONDARY CAUSE OF DEATH
uries, multiple, extreme w.. 8651 _|Burn, NEC, 100%, 3° w_8403
+ MJTOPSY PERFORMIDY 32, PROTOCOL 33, MTOPSY CONDUCTED BY !.'";lilm wl% MIg 'm.‘?.
@ ATTACHID D %&-Sg PATHOLOGIST D i I 1957, F35e7
TEST PERFORMED RESULTS SPECIMEN TEST PERFORMED RESULTS
TISSUEs (CNS)
- wsae
- viscimA |
oTweR, )
I60 INVESTIGATIVE PAOCEOUNES WEAE USEO_AT THE MISHAP SITE OR AUTOPSY, LIST THIM IN TNIS SPACE. FOR EAGH VTRV 18




Nare: MOSELER, KHenneth Jos:)h Age:
Race: Caucasian Sex: Mals
Died: T7-23-62, 1044 Aut [-25-62, 093

extrems:
















MEDICAL OFFICER'S

OPNAV FORM 3750-8E (Rev.
——————————
SECTION 1 . PATHOLOGICAL FAL. .RS (Use A to denote A

REPO
5.5

Ra‘; OF A/C ACCIDENT, INCIDENT. OR GROUND ACCIDENT

- PAGE 6

OFNAY REPORT 375%0.7

—_
NTE MORTEM: P for POS. AORTEM, when known and applicabie.)

V. NAmE OF moivioua (Last,

fret, middle)

MODEL A/C

WILLIS Ir A P2V-5FS
2. AGE 3. NEIGHT T, WEIGHT S LOCATION AND DIRECTION FACING AT TINE OF ACCIDENT e InJusY CODE
24 74 wors| 147 Radio compartment A
7. UNCONSCIOUSNESS B, INTERNAL INJURIES TRou-Jatal cazes)
SHORT DURATION oTHER
LITTLE SIGNIFICANCE (give time)
9. CEREBRAL CONCUSSION 10. FACIAL INJURIES (-' e ¢l 1. INTRA-ORAL INJURIES
ninon sERiONs . CRITICAL D FATAL i
Rikd Charring
"‘u.|:s 12 MINOR £YE INJURIES 13. NAJOR EYE INJURIES
RIGHT D LerY E RIGHT vert
14TYPE SKULL VERTEBRAE (Specily No.) urees Ann|iomen ann]  wano | urren LEG [LOWER LEC roor
oF SHOULDEH 4igs |PELYIS
caan. | raciaL |cEav. | WOR. | LUMBAR | SACRAL coccyx | SrmoLe " 8 " L " L " L " L " L
sinme
COMPOUND X
COMMINUTED
52525 wRISY ANKLE
w sHOULDER fLeow NP KNEE
oIs- . |
LOCATION HAND roor
| X
15, ANPUTATIONS/AVULSIONS (Siase Faris e UieT PAE.EXISTING PHYSICAL DEFECTS PRESENT AT TIME OF POST CRASH EXAMINATION
". SOFT TISSUE LACERATIONS CONTUSION/SPRAIN/STRAIN ABRASIONS D
INJURIES wio | wooesave | sevemg | wio | wosemate | SEvERE | witD wooesare | sevese | '* SMOUNES
VENTRAL
WEAD
(o0 ¢ | othaa "w. Dnmvmuo
= 20, SHOCK 21, CAPOSURE
VENTRAL D D
THORAX "L wiLo
DORIAL
VENTRAL D D
MODERATE MODERATE
ABDOMEN OORSAL
EXTREM. | 9rreR . -
TIES SIVERE SEVERE
LowER
.
B 15t 280 300 157 ano Ino wr w0 T e BATENT OF CARBONHIATION:!
&] suRNs X X X D nONE Dm"“" (almost)
weaclventral |  Dorsal) | Taunx(ventrel Dorsal) ARNS LEcs ARE TISSUR
FROST WIT SPECINENS
D | Wiy X X X X X X OSTAIRABLE! m"' D »o

NOTE: Attach a detalled narrative account of Injuries, cause,

ANTE- OR POST-MORTEM |

structures causing Injury, magnitudes of force, and Include whether

24. ADNITTED TO SICK LIST! IF TES, SIVE DIAGROSIS

YEs

t determined. It Is necessary to give as clear a pleture of Injury cause and sequence &s possible.
25, DIAGNOSIS NO. (NAVMED PUIN) as. ll'f'll"l' STAY ON SiCR
L
w for record purpose only e

—_—
27. GROUNDLO! IF YES CivE REASON

28, ESTINATED DURATION

Yis no BAYS
19, PRINARY CAUSE OF OEATH (Use Basic Di tic N lature, ravy 30. SCCONDARY CAUSE OF DEATH
_Undetermined (See autopsy repart)——— 30 v 8403

31, AUTOPSY PERFORNEDY

32. PROTOCOL

33, AUTOPSY CONDUCTED BY IF FLIGHT SURGEON DOES AUTOPSY USE "AUTOPSY

b e ATTACHED D il g st 108 FOR A/C ACCIDENT FATALITIES®, AFIP.
E] PATHOLOGIST D SURGEON i f

ETH SPECIMEN TEST PERFORMED RESULTS SPECIMEN YEST PERFORMED RESULTS
81000 ' TISSUL: (CNS)

1 wuscLe

3 VISCERA
wrIng oTHER:
©1 CONTENTS
33 3% GLTAAVIOLET LIGT OW OTWER SPECIALZED INVESTIGATIVE pROCEDSRES WA w3t0 AT THE MISHAP SITE OR AUTOPST, LIST THEN IN THIS SPACE.FOR EACH ENTAY IN

1S SPACE A WARRATIVE ACCOUNT OF THEIR RESULTS AND INTEAPRLTATION WiLl BE ATTACHED.

W UL 8 GOVERNMENT PRINTING OFFICE | 1960878381
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AUTOPSY: A-81-62

Neame ; WILLIS, Harry Charles Age: 24
Race: Caucasian Sex: Male
pDied: T-23-10Lk4 Autopsy: T7-24-62, 1300

PREFACE: mis body Ls one of seven recovered in connection witn a p2v aircraft
accldent in the region of Bruaswick, Georgia or. 23 July 1962. Identification 1is
by means of den 1 records.

GROSS DESCRIPTION OF THE 30DY: The body ig that o~ & whlte male.

T e
C———

(Continued):




AUTOPSY: A-91-62 Name: WILLIS, HAITY Charles
-ghaped thoracoabdominal incision is utilized.

INCISION: The asual ¥

CHEST:



Name: WILLIS, Harry Charles

CMMENT: Separation of the injuriles
versus post-mortem, or Int n th 1

degree of certainit

in this indl{vidual into ante-morten

-thermal periods with ar

PATHOLOGIC DIAGNUSES: 1.

- ®
PRESUMPTIVE CAUSE OF DEATH: No single feature determined.




F-29 - Statement concerning PEARSON, J. H., AN,-

Immediately after the accident, rescue operations began
with the S.A.R. helicopter launched with the Flight Surgeon and
two members of the crash crew. Unable to land near the crash,
he set down in a small clearing approximately one-quarter mile
from the crash scene. Both members of the crash crew were
dressed in full fire-fighting equipment consisting of gloves, coat,
pants and boots. All three rapidly became separated in trying to
proceed as fast as possible through extremely heavy underbrush.
The Flight Surgeon and one fire fighter arrived at the crash scene
but due to numerous personnel who had arrived by trucks milling
around it was some time after the crash that the other member of
the fire-fighting team was missing. Immediate steps were.taken
to send out search parties and bring the S.A.R. helicopter back
into service. Two hours later the missing man was found dead
lying on the ground face down. He was still wearing the fire-
fighting coat, pants and boots. He evidently had lost his gloves and
helmet.

The body was found approximately 300 yards west of the
scene and about 500 yards from his original starting point. From
other witnesses' statements was noted that once entering the under-
brush all sense of direction was lost and he could bave easily

traveled in circles in trying to reach the crash.













Statement of LT q - MC, USN, concerning his
activities following the crash O e P2V-5 west of USNAS Glynco on
23 July 1962.

Upon notification of the crasht he field ambulance was dispatched to
+he rendevous with the helicopter. After my corpsman and I entered the
selicopter, it took off and proceeded to the crash site. East of the
sunway it descerded and picked up two members of the firefighting crew,
o were clad in their asbestos suits. This necessitated leaving my corp=
cman inthe clearing. The pilot circled the orash site several times. I
sould only catch brief glances irom the window and I had no idea where we
sere inrelation to the base or as to compass points. We larded in a
learing some distance £yom t he crash and the two firefighters disembark-
-6, 1 remained in the helicopter. We eircled the orash site againe
snught e glimpse of fire fighting equipment approaching the site. We des=
~crded into a clearing which I thought to be the same clearing in vhichwe
nad previously landed.

Equipped with a Elanket Roll, First Aid Kit, and 2 Surgical Tray, I

nrveyed the clearing. I could see the smoke of the crash beyond in a

~ clump of trees., Very shortly I was approached by & civilian truck. The
ol-se men in the t ruck had been employed in tapping pine trees and knew
+12 pregion. They offered to drive me to the site of the crash.” We proc=
..d-d down a confusing array of backwoods paths. e were joined by 2
~roup of Navy vehicles consisting of the ambulance 1 had left, a pickup
_ruck and cther vehicles. We stopped at a very dense section of trees and
organ to travel by foot. We encountered severe undergrowth, It consisted
~- small shrubs that grew close to the ground, larger shrubs that grew to
sout eight feet in height, and thorny vines that grew up pine trees and
.pough the shrubs. We proceeded b breaking dovn the shrubs, feeling our
.~y around them, or crewling under theme We also forded several small pat-
oes of mud, Once we were in this thicket we were unable to see the smoke
o2 the crash.

G

Had it not been for the three civilian volunteers we eould never have
~~ached the crash site from the direction in which we started, As we were
.avancing we heard the fire and several small explosions.

When we arrived at the site we found 2 crash truck had arrived and
»~amed the crash site. Tt had temporarily extinguished 2 fire that would
~uherwise have swept down upon us.

LT- (who had been in the convoy which we had met) and I were

ihe first two officers on the scene, Ve approached the crash as closely as
-ye could but we could see neither sign of life nor any remains. We con=
anlidated all our forces. We were shortly joined by a number of fire-
fighters and several officers from the base including the Executive Officer,
_he Operations Officer, the two Public Works Officers, the Acting Safety
¢fficer, the Maintenance Duty Officer and others, This group and all sub-
sequent groups approached the crash site from the opposite direction to

the one that my group had used, The only sign of personal equipment. which
T fouhd was one standard hardhat which was later destroyed by fire.

ENCLOSURE 8

e




Statement of LT# MC,
activities o p2V-5 west of USNAS, Glynco on
23 July 1962; continued:

following the crash of

Page 2 of 2

My immediate efforts werc in caring T

USN, concerning his

or the firefighters who were

felled by heat exhaustion, Several of the firefighters had gene into
the wreckage in 2 futile effort to gind survivors. The fire had spread
from the wreckage to the wocds., There were two partially filled gas
tanks that were 1lying 100 feet from the fire. Having exhausted our means

to fight th
into the wo

e fire we were forced to withdraw, We
ods to look for survivors.

did serd search parties

Vhen additional help and additional water saprived the fire was cont~-
ained, About 1400 we were able to again approach

fighters th

ras cool enough to remove any

the wreckage. The fire-

en found the six remains. 1t was not until 1700 that the

LT(MC

BOARD_OF TNVESTIGATIONS NOTE:

1, LT

to have been

Certifi

ywest of the runway" e

to be a true copy

Leop [/sH

of the bodicse

reference to "east of the runway" has been determined
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STATEMENT OF =, R Jul 2l 1962

I have been in the Navy for about five months,
On 23 July 1962, I stood about my tenth four hour wheels watch at

A e s w——g

. NAS Glynco, Georgia. I was on wheels watch when the plane was making
overpasses. On the third overpass that I saw the plane looked like
it was landing. On the pass the plane was lower than the othor passes,
When it was approximately 50 feet from the rumamy, the erngines on the
plane started running faster as to make another overpass, A few seconds
after the enginegwere nm fastar, the engine on the right sids, or the
engine on the side nearest the wheel watch, made a sound like a beck=
fire and black smoke came streaming out. No parts fell from the plane.
Black smoke poured from the top of the engine and the right prop was
cutting off and on. He tried to climb but never did until he was clear

e AN I 7 55

of the runway. It kept an approximate 20 feet until the end of the run-
way, The engines were still running wide open but poured more smoke,
The plane was off the approach end of runmway 7 when it picked up alti-
tude far about 10 seconds, then it went down., As soon as the plane
dropped a flame hundreds of feet high went up.
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STATEMENT op- ACl- Jul 2l 1962

I have worked in control towers for about two years, I have held
a senior controllers certificate since November of 1961,

I was section leader in the tower at the time of the crash, super-
vising the approach control and local control positions. Spangle 12
was making a @CA low pass to runway 25, Approach control had two T2V's,
one making a UHF ADF approach and one making a T-l approach. I looked
up from the approach control position and saw Spangle 12 a little past
mid field; his starboard jet appeared to me to be smoking. Round
spurts almost like smoke rings. I grabbed a2 pair of binoculars to
check the aircraft. When Spangle 12 was about over the numbers, west
end of the runway, at about 200 feet altitude, I observed #1 engine,
port side, being feathered and come to a complete stop. I immediately
set off the crash phone. The left wing dipped slightly. I tured
toward the crash phone and when I looked back the P2V had disappeared.
About 20 to 30 seconds later I observed a ball of fire that appeared
to rise about 300 feet or more, The time I first observed this was

1043(R); I saw the fireball at 10L5(R).
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snvrmer or (N - RN dul 24 1962

I am the leading chief of the GCA Unit 32 stationed at NAS Glynco,
Georgia. I have worked with GCA units for about six years and as an
Aviation Machinist Mate prior to that for about sixteen yearSe. At
about 1035(R) on 23 July 1962 I was in the GCA lounge trailer listen=
ing to the practice apprcaches of Spangle 12, I heard Spangle 12
passing over the trailer on GCA wave off with an apparent rough rime
ning reciprocating engine, The engine sounded like it was cutting in
and out. On hearing the rough running engine, I jumped up and looked
out the window facing west and saw that the starbcerd reciprocating
engine was smoking badly (black smoke) with intermittent flames coming
out fromaround the cowl flaps., From my vantage point I had a clear,
unostructed view of the starboard side of Spangle 12, At this time
the aircraft was about 3000 feet from the upwind end of runway 25 at
about 200 to 250 feet of altitude. The landing gear was up at this
time, Just as the aircraft approached the upwind end of runway 25 a
big ball of flame came out of the top of the starboard reciprocating
engine and the aircraft veered 10 degrees to the left in a very ghallow
banks The aircraft then leveled its wings and descenced in a shallow
glide., When I saw the smoke coming from the engine 1 advised the tower
to alert the crash Crewe. From the scund of the a jreraft I believe
Spangle 12's jet engines were not running as he passed over the GCA

trailer.,
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Jul 2l 1962
smment or I AC. -
I am a final approach controller attached to GCA Unit #32, at NAS

Glynco, Georgia. I've been working with GCA for a bout one year and as
an air controller for approximately 1l yeers. At about 1030 local on

23 Jul 1962, I was outside observer at the GCA unit, I had cbserved
all of Spangle 12's previous approaches. At this time, Spangle 12 was
on his fourth approach to rumvay 25, I had visual contact with Spangle
12 from 6 miles on final throughout the approach and wave: offe Iwas .
looking out the windows on the east side of the lounge trailer and
observed the P2V level off as he was notified he was over GCL touchdown
and saw his wheels come up and go into the wheel wells. The wave off
looked normal and he made an excellent GCi approach. He was out of my
sight for about five seconcs as he passed over the trailer, Chief-
said his engine sounded rough and I opened the door on the west sicde of
the trailer and stepped out onto the first step. I noticed a slight
trail of cark blue or black smoke from the starboard engine which got
heavier as he proceeded down the runway. I did not notice any fire
antil he was about over the upwind end of runway 25. I had a clear
view of the starbcard side of Spangle 12 after it passed the GCA shack
until it went out of sight behind the trees. As Spangle 12 passed over
upwind end of runway 25, I noticed a gcod sized burst of flame come out
of the top eide of the starbcard engine, Just after this the plane
made a slight tum to the left with no noticeable bank, Soon after this
I heard, "I'm going in, this Spangle 12" over the racio. After Spangle
12 disappeared behind the trees, I saw a big mushrocm of dark orange
flames (a ball of flame) and black smoke, It went well above the trees.
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I obscrved the starboard prog turning very slowly pefore he went
out of sight. The prcp did not appear to ve spinning at a constant
slowing down and Sf eeding upe

be intermittent 1y

I

speed bub seemed tO
After hearing another P2V making a om GCA with jets,
definitely feel that Spangle 12 was not using his Jjets as he pa

over the GCA tra iler on wave offe.
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T am assigned to the crash crew at NAS Glynco, Georgia. I have
performed duty as a member of the crash crew forzbout a year.

On 23 July I'was standing by in an MB-5 crash truck, parked adja-
cent to the runmmy. abcut halfiay down the way. I first noticed this
P2V about 2000 feet west of the landing end of the runway. I saw that
the right engine (recip) was smoking and missing. is he flew by me he
looked slower than other P2V passes I had seen. Fron the sound the air-
craft mde the jets were not running as he passed by me., I could see as
he flew towards me that his jet docrs were cloged., Lfter he flew past
me the amount of smoke increased and came cut in a steady stream, After
he passed the runway he turned to the left slightly and started going
down. Then he seemed tostop turning and kept going down. I saw him go

into the trees and then saw a big ball of smoke and flame.
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Jul 24 1962

STATEMENT OF _-

0l heard a I

on July 23, 1962, apound 103 oise that gounded like 2
r missinge 1 was standing in back of an FJD on the back line

1‘rovixrnte1y at the 20

d up I saw 2

recip moto
at the time, ap 00 foot marker from the west end
poV come over the runway about

of the rurnwaye vhen I looke
200 feet above the runvaye The starboarc engine was coughing black
t see any fire in the engine. The P2V geemed 1O be

smokes I did no

holding the altituce that it was at until it started bo turn into the

port engine, west of the runwaye At aboub the same time the starboard

engine quit popping and belehing smoke. After ghe P2V started 1O turn
altitude. 1 kept waiting %o

into the port engine it started 1O lose
near the jet engine light off, but as far as 1 could tell they never did.
to lose altitude 1eft turn, the

the P2V started

while in a

As soon 28
aircraft 1eveled oub and then disappearcd snto the treess 1 heard no
ny kind other than the noise that the motoT was making

explosion of a

r the field.
I

nnected with nava

going ove
1 aviation since March 26, 1962,

1 have been ¢°
have heen f1yivg for nine years in private aircraft, put I am not @

pilot.



sparevent or NI -, ©)®) ] Jul 2l 1962

I was located about 3/ of the way down the jet line, toward the
wesb end. I heard the PV as it approached the east end of the run=
waye. I looked up about the time an engine coughed twice. I estimate
the aircraft altitnde to be 150 = 200 feet hizh when it was approximately
1000 feet from the approach of runway 25. After coughing two times
the engine seemed to smooth out and was running fine, still holding the
same altitude. On neither cough did smoke emit from the engine. The
aircraft was clean in configuration all the time it was possible for me
to see clearly. I noticed no increase in power of either engine. As
the aircraft neared the 2000=foot markers on the west end of the runway
the starboard engine started coughing rapidly; following each cough 2
blackish-gray cloud of smoke would come off the engine. At this time I
climbed upon the tail of an F3D aircraft for a better view (approximately
12 feet high). I remember hearing the jet engines or engine trying to
1ight off. The engines or engine (jet) may have reached idle RPM but no
faster. I don't believe the power on the port engine was ever increased;
however, the aircraft was veering slightly to port, with port wing
slightly down. About this time he started losing altitude rapidly. I
don't recall hearing the starboard engine (recip) cough or seeing it
smoke at this time, T couldn't say if it was feathered or secured a8
the aircraft was too far away to tell. It was still clean in configu-
ration, As the alrcraft went down below the trees I could hear it for
a second or two then I saw this tremendous ball of flame about 100-150
feet high (est.), followed by smokes I heard no noise, only flame and
amoke, 1 forgot to nention that the smoke following each cough seemed
%o come from the top of the engine (starboard recip), and vhen I saw

the aircraft from the front the jet doors were closed,
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Jul 25 1962

T am a naval aviator with about 2200 hours flight experience,
assigned to NATIC at NAS Glyncoe

At approximately 1040 hours on 23 July 1962 I was preflighting an
F3D aircraft for a planned local flight ovt of I'AS Glynco, Georgia.
While under the wing of the aircraft I heard a reciprocal engine malfunc-
tioning, missing rather than a complete power failure. The aircraft
sounded like it was executing a low pass over the field, ADAN BAYER,
plane captain for my aircreft, called to me saying the aireraft was in
trouble and was "going jo", I ran to the rear of my aircraft to see
the troubled aircraft. I saw a POV aircraft 2t approximbely 300 feet
in level flight proceeding to the field boundaries on a heading of about
250° magnetic. The aircraft held altitude and jevel flight for several
seconds and then began to settle, There were no signs of extericr
trouble, that is smoke, flying p;rts, trailing landing gear, etc., from
the first time I saw the P2V until the 1ast time I saw it. The P2V
continued to settle holding level fitght. The attitude was good for
ditching allthe way until disappea'ring behind the line of trees to the
west of the field. As the P2V settled out of sight, I heard the jet
engines, sounded 1ike F3D with both engines, turning up at maximm RPM.
1 do not recall hearing the jet engines operating on the P2V passed over
the field, I did not hear the jet engines start up. I did not see
edther reciprocating engine in a feathered condition as the P2V was too
fapr away to notice the props. It 2id appear that both props were turne
ing, The P2V settled out of sight and a few seconds later a black cloud

rosezbove the trees.
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I have been an air controller for twelve years, On the morning of
23 July 1962 I was working in the tower at NAS Glynco, Georgia.

At approximately 1043 (R) Spangle 12 made 2 low p=ss on runway 25
on GCA fre-mency His altitude appecred to be about 200 feet., About
€000 feet down tie rumway (25) I observed puffs of black smoke coming
from the starboard side of the aircraft. The puffs continued at regu-
lar intervals and appeared framthe jet on the starboard side. The air=
craft appeared to climb to three or four hund:ci feet, turn slightly
left, left wing down slightly and begin to settle. His glide was very
shallow and looked as if he would recover. Crash circuit was opened
and reported as a crash while the aircraft was approximetely 100 feet
above the tree line, He disappeared behind the tree line to the west
edge of the field, A large bell of fire was observed, followed by a

colwm of black smoke, All crash equipment was dispatched immediately.
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COMMENTS

LT McHugh as P.P.C. and LT Broughton as student pilot
were both aeronautically adapted, physically qualified and in an
up-status at the time of the accident. LT Broughton was current
in physical examination, low pressure chamber, night vision, and
swimming. LT McHugh was current in physical examination and
night vision.

There were no socio-psychological factors evident in this
aircraft accident. Both pilots and plane captain had a normal
intake of food and adequate rest on the day preceding the accident.
The chief contributing factors in this accident are:

1. Material. It is a definite fact that difficulty was
encountered with the starboard reciprocating engine. The DIR
was unable to confirm a definite cause but from witnesses’
statements we can conclude that it was emitting large amounts
of smoke and "running rough' and two witnesses who had the
best view of the right side of the aircraft state that they ''saw
flames coming over the top of the starboard engine.' Shortly
after the onset of the ''rough running" starboard engine
(approximately 18 seconds) the port engine was feathered and the
plane was unable to maintain altitude.

2. Personnel.

The plane had single
engine operating capability and by advancing the throttle of the
port reciprocating engine and keeping the plane in controlled flight,
he could have maintained altitude. From the investigation of the
board there are two principal theories concerning what caused the
person or persons to make the fatal mistake of feathering the
wrong engine. FEither a faulty analysis was made with intentional
feathering of the port engine or he used correct analysis and
inadvertently pushed the wrong button. Strong evidence is given
to the latter because:

A. The feathering buttons are located side by side
on the throttle quadrant 3/8 inches apart. No great physical
error would be required to push the wrong one in a critical
situation as did exist in this emergency.
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From information in the DIR and witnesses' statements
it is known that both jet engines were developing power before
crashing. For the jets to have averted the accident the lighting
sequence would have to have been started earlier because by
the time 100% power was reached he was most likely on the
back side of the power curve. Also there is some possibility
if flaps were raised at the time of developing 100% power from
the jets, the ensuing loss of altitude due to flap raising could
have been the difference in hitting or missing the trees.

As a result of tremendous sudden deceleration forces and
fire immediately following the crash it was impossible to
correlate autopsy reports with definite positions of crewmen
in the aircraft and safety and survivor equipment worn. From
the wreckage distribution diagram it can be concluded that the
crewmen were in the following positions immediately prior to
crashing: McHugh, right or left pilot seat; Broughton, right or
left pilot seat; Anderson, in his ditching station behind the 186
panel; Moseler, strapped in on one of the flight deck seats;
Cawthon, radio compartment; Willis, radio compartment. The
only piece of survival equipment found was an APH-5 helmet
which was believed to have been thrown clear and was not
involved in the fire.
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